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Surmary
T"A's Flaight 18, en rovic from San Francisco to New York on a

regular transcontinental schedvled flight, creshed December 1, at
night :n a heavy fog near Van Muys, California. The accident resulted
in erght fatalities, twelve serious and three mnor injuries, aad a
complete washout of the aircraft,

The flight was cleared to Burbark Airport for a standard instru-
ment approach., During the approach the plane descended under instru-
ment conditions to sach a iow altatude as Lo clip the tree tons and
strike a powsr line pole and then crash at a point approximatcly 6%
miles short of the Burbank Airpert. In a normal approach the planec
would have flown over tnis point at an altitude of about 1650 feet
above the ground. The specific reasons for the plane's descent below
the mintmms for instriment apoproach were not determinable, nor vas 1t
possible to tzll vhethzr the deviation was a voluntary one. Tnvesti-
gation did reveal, however, thabta mumbcr of devictions were made from
the company's standard Civil Aeronautics Aéministration approved oro-
cedures during thas flaght.

On the basis of the available evidence bth: Board determines that
the probable cause of this accident wae & devistaon from the Cival
feronantics Administraticn approved stendsro instrument approach pro-

codure.

This report 1s based upon evidence zcquired in the Board's 1rwesti~
gation and the hearing which was held at Los Angeles, .al.Coin..,
Deccrber 12 and 13, 1344.



I'ARRATTVE DESCRIPTION OF THE FLIGHT sND ACCIDENT

TWl's Flight 18 departed fronm San Francisco at 12:54 a.m. on the
first leg of a transcontinenta’ fiight to Mew York. The first sched-
uled landing vras Burbank, Caiifornia. Just prior to departure the
flaght was redispatchsd by the cempany and apnroved by ATC via alrways
to Palmdale due tc unfaverable weather 2t Burbank, Ixemiration of the
captamn's flight plan shoued that he made no entry to indicate this
change. Although this is of minor significance it reveals a degree of
nen~conformity with standard nractice which ssems to have characterized
this flight. \

Radio position reports were made for Evergreen, Los Banos and
Fresno, and it irould normally be assumed that the plane was flom over
these points as indicated by tne {light plen; however, a check of the
rileages and lapsed times disclosed that the flignt must have been made
direct from Zvergreen to Lebec which would have cut several miles from
the normal route via Fresno. This variaticn, too, is not significant
so far as a darect cause of the accident 1s concerned. Tts significance
as 2 furthor indicztion of the pilot!'s non—conformity with the company's
established route procedure is discussed later in this report.

While en route the Burbank weazther improved to a point above the
airport ceiling minimam of 7CC feect aond at 2:356 a.m. the company cleared
the flight to continue, subject to the pilot's discretion, tec Burbank eon
instruments uith Palmdale as an alternate., Tlight 12 acknowledged this
message ant requssted clearance for 3 standard instrument approach to
Burbank, The company records indicate that an ATC clearance was trans-
mitted to the flight with Instructions to cross Newhall at 5000 feet,
maintain that altitude and 'thold" northeast of Mawhall until receipt of
the Los fngeles Alr Treffic Control clearance invo Burbank.

Upon recelving this change in destination the captain evidently
stung from the Lebec-Falmdals course and headed toward Newhall as he
made no check over Falmdale. At 2:49 a.m. the pilolt wag issued a stand-
ard instrument approach clearance by Alr Traffic Control and was given
the Burbanl altimeter setting of 30.08. This information was acknowl-
edged by Captain Snowden and at 2:51 First Officer Bamberger reported
that they were over llevhall and s-erc changing to the Burbank Touer fre-
quency. (Mo altitude uvas given.) Inmediately thereafter the Burbank
Tover issucd lar-ing instructions te them which werc: Wind calm, runway
7, repert vhen contact. The pilot xs believed to have proceecded on the
SE leg of the Newhall range as indicated on the accompanying chart.
Evidence indicated that he had intersected the WJ leg of the Burbank
localizer, turned =nd vas proceeding to the Burbank Airport on the prop-
er heading at the time contact was made with the ground, (A detailed
description of the Burbank instrument avpreach procedure 1s given on
Page 7 of this report.) There were no further contacts with Flight 18

alter 1t checked over Newhall.

At epproximately 2:58 a.m., about seven minutes after the last con-
tact, the plane crashed 6% miles west-northwest of the Burbank Airport.



Trom Hewhall to the point of the crash normally requires approxamatcly
s1x mmtes of flying.

The crash was heard by several nearby residentis. A registered nurse
and her daughter were the first to reach the scene and with the assist-
ance of later arrivals extricated occupants and rendered axd. lLater the
Van Nuys Police and Fire Departments arrived and took charge of the res-
cue work and placed a guard about the wreckage. According to witnesses
there was a heavy fog in this area ana the vasibility was practically
Zero. -

The captain, first officer and six passengers were killed, the
hostess and 11 passengers received serious injuries, while three other
passengers sustained only miner inJuries,

Txamination of the markangs on brees, power line pole and ground
scars established the direction of the flaght path and the attitude of
the plane for several hundred feet prior to firal ampact. The plane was
direcetly on course headed for the Burbank Airporbt and first clapped the
tops of trees while in a slight angle of descent at 2 heaght of approxi-
rately 4C feet above the ground. The elevation of the ground at this
point 15 about 860 feet above sez level and apprexamately 150 feet above
the Burbank Airport. The plane continued approximately 30C feet across
a highway and then, climbing slaghtlv, struck and severed an electric
power line pole and wires. This caused the plane to begin to disinte-
grate. It then struck and uprooted tall trees bevond the power line and
crashed. The main portion of the wreckage came to rest at a poirnt about
1000 feet frem the fairst contact with the tree tops.

THE BCAUD'S INVESTIGATION

The Santa Monicz Office of the Civil Aeronautics Board received
notifzcation of the accident about 4 a.m., December 1, and the Board
umediately ordered and initiated an investligation in accordance with
the provisions of Section 702 (a) (2) of the Civail Aercnautics Act of
1538, as amended. Axr Safety Invesligator Frank K. lMcKlveen of the
Santa lonica Office arrived at the scene of the accadent at 5 a.m. and
placed the wreckage under official grard which was meintained untal the
investigation was completed and ithe wreckagze released to TWA. Senror hir
Safety Investigator Relph A. Reed of the Sanba Mon.cn Offica avrived at
the scene about 6 a.m., and Axr Satety Investigalos A. E. Cabana of the
Jeno Qffice arrived at 4:3C p.ne the same day to assist in the Deard's
investigation. Later William K. Andrews, Chief, Investigation Sectuion,

nd Kermeth €. Sonner, Air Safety Specialist (Powerplants), Safety Burem
ol the Board, arrived from the Tashington Office and participated in the
investigation and hearing.



dearing

In comneetion ~nth the investication the Board ordered a public near-
ing whick was held 1n Los rngeles on December 12 and 13, 1944. ~"1lliam K.
Ancrevs served as Presiaing Officer. In additien the o liowine members of
the Sefety Bureau staff participated: Investigators Reed, MeKlvesn and
Cabana, and Kenneth C. Scmnner.

SUMTARY AUD ANALYSIS OF EVIDENCE

far Carrier

TV was operating as an air carrier under 2 certificate of public
comvenience a2nd necessity and an air carricr operating certificate, hoth
13sved pursuant to the Civil Aeron-atics Act of 19538, as amended. Thcse
cervificates authorzed the company to =mgage 1n air transvortation with
respect to persens, property and mail between various points wn the Unated
Stetes inclnding San Francisce and Rurbank.

Flight Personnel

The crew of Flight 12 consistad of Captain Jolm Pollard Snowden,
First Officer Thomas Lec Bomberper and Hostess Donnaz Dlazabeth llarr.

Captain Snowden, age 35, held an airline transport pilot certifaicate
with G-3000 h.p. single and multi-zngine lend ratings. He had flovm ap-
erommalely 5400 hours ancluding 4315 hours for TWA on DC2 asnd DC3 equip—
ment, He wes employed by TWA 25 a student first officer on Septembder 18,
1239, and was promoted ©o first officer on Jimary 11, 1940. Mn
Sentarber 20, 17'4,_, hg Lecmmz a res.rvc captain snd was promotsd to cep-
tain cn J: "1u3.""" 1, 1943, Tiic 1=2st =hysical 2xar 1na‘t10n required bi the
Ciwvail Axr Regulatione vas passed Aurust 18, 1944. He satasfactorily
pessed s last company cn route flisht check on July &53 1944, and his
last instrument flight check on Avgust 23, 13944.

p,

Firgt Offzcer Bemberger, sge 29, held a commorcial oalot certificate
ith 0=325 h.p. and anctrmisent ratines. e had zccummlated aporox:ma 1V
1084 hours of flving time, including about 136 hours on DC2 and DC3 ecuip-
ment, 69 of which wire acavirad in tho sorvice of TWA. He was cmaloyed
by TWA as e stadent first olfzcer on Septeriber 15, 1944, and was agsigned
as a first oifacer on Cetober 25, 1944. His last phvsical txamination
reeired by the Civil Axr ZReguletzons was passed November 3, 1744.

b
i

Fostiss larr had been in the enploy of TWA since Novembcor 22, 1943.

bircraft

Ta: Douglas DC3, NC 17322, scriel number 1963, was menufactursd by
ihe Douglas Arreratit Company in Avgzust 1937 and was purchased new by TWA.
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It h>d bean operatcd continuously in this campany's service and ot the
tzme of the accadent had boen flowm approximately 22,180 hours. Tt had
been flevm 25 heurs and 33 manutes since ibs last major overhaul, In
Decombery 1940, thas anrcraf t vias converted from a G-102 vo a G-202i., It
wes ecuipped wath two "Wright G-202) engines and two Hamilton Standard
hydromatic propellers. The 13ft cngine had bcen operated a total of 892
hours, the right z total of 9593 hours., Pach had been operated 25 hours
and 33 minutecs since overhaul, The total tame on the propeliers was 25
hours and 33 minutes.

At the time of devarture from San Freneisco the aircraft was loaded
to 25,19% pounds gross, vwinch was within the allowable limits. The . i7"
weleht was distributed properly iath respect to the center of gravity.
There were 390 gallcns of fucl on bozrd at the time of take-off, divided
equally between the two main tanizs,

Lxaminatlon of the Vreckage

Investigation showed that the landing gear was down zt bhe time of
the crash and that the flaps were in the retracted position. One of the
survivors also testificd that he looked out just prior to the crash and
noted that the flaps were retracted. The passengers' seat belts were
fastened,

There was d-finite indacotion that porer was being developed at the
time of impact with the power line pole and subssquent contacis with
trees. There were no indications of any mechanical failure or malfunc-
tioning of the enrines or prooellers. The throttle and carbureter hoat
controls were so badly damaged that their respective scitings could not
be determined. The oxygen and CO; bottles were found in good condition,
The right main fuel tank was shearzd ¢ff and badiy m:tilated but the
outer end contained some fuel. The saturated ground and the extremely
strong fumes indicated fthat on appreciable amount of fuel had becn in
this tank. The left mein tanl: rermained waith the wang and contained 15
gnllons of fuel =v the tume 1t was evamined, Duc to the damaged conda=
tion of the fuel tanks no conclusions could be drawm as to the actual
amcunt of fuel in tihem ovrior to impact.

There were two periincnt differences between the plane flowm by Cap~
tain Snowden on Flight 18 and the ones flown on mis two previcus traps.
The nlane used on Flight 18 was not eguipped with a fuel cross—feed.
Instead, it had wwe electric pumps installed in the lines and Lo operate
them 1t was necessary to flip an-clectri: switch. Also this plane was
equipped with z dual fuel system, whereas the planes on the two previous
trips were each equipped with a singic fuel system.

Consideration was giver to the possibility that one tank might have
been permitied to run dry and thet a critical amount of altitude had Leen
lost before normal power was restored. Although imestigation did not
preclhide this possibilaty. there was no evidence that thas had occurred.
ruel difficulty, therefore, 1s not believed to have contributed to the
cause of the accident. Actual flight tests were made as a part of the
research on this subject, They indicated that the time interval from the
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cpcrition of the fuel selector wvalve to the full restoratzon of porar
could result in 2 lose of as much as 50C feet of alfitude. Thesc data,
of conrse, were obtzined under adeal conditions in which the pilot knew
what to expect., Unuer 4= sorass of zn emerpopcy ~ath a fully loaded
plane, a somowhat greoater o7, of altiwid. mieshl bo expected.

Eoth altimeters were Ladly dowared, Tt was nossiblz, however, to
ascertain that the altimcicor settine prior te the crash wes at or very
near the wvalus of 22.C2 given to ine pilot.

The possibility of cither the malfurcticning or the misreading of
the altimeter was gaiveon exhaustaive study. A number of tests were made by
the Kollsmen Company ab their “Tost Ceost lsborazory to defterminc the
amount of lzg which might be nossible under the conditions of this Tlight.
An anstrument placed in the glasc chamber wags taken from 2 sirwmliated al-
titude of 20,000 feet tn ssz Tevel in about a second with 2 resultant lag
of less than one scecond., Testc wo debtermineg the amount of restriction re-
quired 1in the lane which vould induce an clement of lac showed that the
normal 3/16" diameter opeming conld be reduced to apprexamately 1/64" with
no appreciable lag, L zpneers that 1t would be ouite necessory to prac-—
ti1cally close the line bhefeore tht inscrument would becore inelfcetive.

L defect could ccour %o ong altimeter head or -n the line connectaing
1t to the common heoder (vert line to the pilot-static tube.) A defect
couid also occur after the start of trhe let-down and could not be detected
by exther prlot. Although altimctars have boen found te vary 120 foct or
more cuc to mechanicel malfunctioning the 1mvestigation revealed no ovi-
dence that there iras such malfunctioming. Other malo%s -tho 1y this reute
steted thol they expericnced no revircular las in the altumoter duc to
the rapid descent nacessary for the Burbank instrument aprroach fron
Newhall Pass. Pilots stated that 1t was common practicc vo checic tho
altimed=rs against eacn othor just prior te starving the deecent but that
no further cross-check vs made. Although there 1s 2lways the possibilaily
of & mesreading of the altimeter thers vas no =vadence to indicate that
msrecding cceurred ir lois occrdont.

It conld not be determined whether the nilot or copilot was flying
the airplene at the tixe of the acciient,

Weather

The pensral synoptic sitvation was one common o the winter wonths,
narely, a lov center off the northwost coast of the Unated States, with
a trough of low nrassure runnang goubhoast through the intericr of
Californmia to the lower Colorady River Valley. This is a Trpical vanter-
fine strctus end fog condition for Lhe cozstal area of Scuthern(California.
Tith this tyne of situation a shallow layer of marine aar invades the
coash and ccastal valleys, incrceasing in depth as the low center moves
umlond to the north. "Vhile the layer of marine air is shallow, fog
devzlops at night on thae surfece and as it deepcens, o ceirling forms and
Tisikility improves at the surface, This forming of a cexling and im-
proverant of v1sibility cecurs first =2t lower elcvations and is delayed
2t tne haigher vollev areas, zreert when strong pressure gradients occur,
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which was not the case at the time of the accident. Surface winds mere
not very significant as they were light and variable due to the effect

of radiation and air drainzge. This also had differing lecal effects as
to the time of zmprovement of visibility and 1s so complex that it cannot
be forecost accurately for cach particular locality, although the general
trend can usually be ferccast,

The followang is a summary of -weather cordations in the Los Angeles
arca near the time of the zccident, as reported by the U. S. Teather
Burcau: (The times given are FIT.)

Van Nuys, Calif.: At 11:30 pem., November 30 the ceiling was un-
limited and vaisibility one milc due to light fog., Thickening of ground
fog reduced the visibility to 3/8 mile at 12:30 a.m., December 1 and
resulted in zero ceiling and 5/16 mile vasibility by 1:30 a.m. This
latter condition prevailed until 2:30 a.m. but improved immedistcly there~
after with ceiling 300 feet and vasibility 1/4 mile reported 2t 2:35 and
3:30C,

Burbank, Calif.: At 11:30 n.m., November 30, the ceiling was zero
and vasibiiity 3/16 mile on account of fog. 8light improvement was re-
ported at 12:30 a.m. and 1:30 a.m. December 1, indicating ceiling 100 feet
and visibility from 1/4 to 3/3 mle. More rapid improvement followoed with
300 feet and 13 miles reported at 1:45 a.m., 600 fect end 2 miles at
2:00, and 700 fest and 2 males ot 2:30. At 3:30 the cealing dropped to
600 feet with lower scattsred clouds at 300 feet and visability remaining
at 2 mies.

Glendale, Calif.: At 11:3C pum. November 30, the ceiling was re-
ported as 900 fect wath 2 mles visibility. Thais condition remmined
essentially the same until 1:30 a.m. December 1, after which the ceiling
dropped to 10C feet ard visibality 1/2 mile, 25 revorted at 2:05 a.m,
Improvement followered writh 300 feet and one mile reported at 2:23 and
2:30, and 50C feet and 2 males reported at 3:30.

Los Angeles Airport: At 11:20 p.m. November 30, the ceiling was
unlimited and visibilaity wras 6 miles, followed by 1400 fect and 3 miles
at 12:30 a.m. December 1, waith slaizht improvement prevailing through tc
3:30 a.nm.

Durins the early morning of Dscember 1, the general trerd dad shav
improvement of ceiling, fog conditaons, and visibility i1n the San Fernando
Valley, although even comnsidering the daifferznce in elevation between Van
Nuys and Burbank, the improvementwas not as marked at Van Nuys as 1t was
at Burbank. At present, weather roporting faeilities do not indicote the
point between these two places where weather minimums would first occur.

Hourly weather reports are available from Van Nuys, near the loca*
tion of the ronge station. Altnough not required, it appears that it
mght have been helpful in the case of Flight 18 1f the Van Nuys “reathes
report had been furnished the pilet.



Stanjard Instrument Approach Procecdure

The renitor reccrds of the radic ranzes, together vith palot!s re-
ports, indicated that 2ll mavegational zacilaties inwlved in this flight
were functioning norpal 1y thraughout the permod of the azeident. Radio
recepilon was reperted o have boen gnod, as evadenced by the frequent
contacts cetwesn TWA ground stetions and Flight 1€.

'estlmony given in this invsctigation revealed that several of tne
compeny's pileots were somemhat vaeue in their wnderstanding of the
anproved Burban'c instrument agproach procedure and were varyine the pro-
cedure to suit themselves. T/a's Operations lenual shows tnat the Cival
herconantics Admimistration aporoved instrurent approach procedure for
Burbank Airpert is as follors:

WHEN TOP OF QVLCRC.AST T3 5000 FEET O LESS

"Final Approach Leg SE leg (1379) of Newhall ranpme at 50007, vhach
must be maintained until 3 monutes after pass-
ing Mewhall cone and then descend on this leg
and 1% la (98°) KS1A

Procedure Turn Mnimum Altitude

Altitude over Ranpe Station on Final Approach Burbank {KBLA)

Dey Naght
Douglas 13001 14000
Poeing 15007 15007

ar pessing Range Station NH-KBIA Imt (237°)

Magnevic course af
™LL Int-XBLA cone (93°)

Distance Ranpe Station to Airpors NH to KBLA cone, 18 miles.
(KBTA on SW cormer airport)!

WASN TOP OF OVIRCAST IS OVER 5000 FEIT EUT NOT OVER 7500 FILT

"Initial znd fimel approach over Hawhall wust be made at not
less than 500 feet above ton of avercast.

"After passing NH on inztial approach, nroceed out MT leg 3 min.
and/or & miles gear down and arrspeed 12C m.p.h. Make procedure
turn on East sade of N leg at 500 fost above top and return to
¥H.

"hen MH 15 crossed on fipal aprroach at an altitude above
5,000 feect, descent shall ve started immediately after passing
NH, and regulated to arrive at not loss than 5,000 feet at a
point 3 minutes ST of WH.

"Remainder cf enproach shall fnllow the standard procedvre for
instrarment entr;y into Burban'.



"If landing not accomplished or ground contact not established at
minimum indicated s ititude, 1400 feet night (Douglas), within 9
minutes efter passing NH cone or at time of passing KBLY cone,
1mmediately stert climbing out on SE leg (105°) of KBLE 4o 2500
feet. Aifter reaching 2500 feet, make right-hand clambing turn to
a2 heading of (260°) and proceed to the NV leg of the Los Angeles
radio range {260kes.)"

Several test flights were made in an attempt to determine the course
and eltitudes flown by Captain Snowden which would bring the plane in
contact with the ground at the crash point. Personnel of TFA, the Civil
Aeronauties Administrabion sand the Civil Aeronautiecs Board participated
in these simulated approsches. In the flight which appeared most nearly
to simulate the approach path taken by Captain Snowden 2 descent at the
rate of 800 feet per minute was made from an altitude of 5000 feet and
started when over the Newhall Range Station. (This is andicated by
Position & on the accompanying chert.} As previously stated the normal
position for starting the let-down 1s three minutes out on the southeast
leg of the Newhall Range. ({Indicated by Position B on the accompanying
chart.} In the simulated flight, after letting down for three minutes
on the southeast leg (1379) a course of 150° was essumed and followed
until it intersected the northwest leg of the Burbank localizer. Thas
15 also a devietion from the company's stendard procedure. However,
campany pilots explained that it wes customary for them to vary their
heading to the right of the 137° leg in order to provide more time for
bracketing-in for the final approach on the localizer. The course flown
in this simulated flight wvaried, 1t will be seen, from the standard ap-
proach in two respects = the let-down was begun over the Newhall Station
rather than three minutes out and a heading to the right of the normal
137° was made. The course flown in this simulated flight, if continued,
would have brought the planc to the location of the crash in six minutes.
The time lapse for Flight 18 from the time the pilot reported over Newhell
until the erash was approximetely seven minutes. 4 rate of descent of 800
feet per minute 1s not considered excessive for the Burbank approsch, 1n
viow of the slevation snd proximity of the Newhall Mountains.

The fact that TWAL pilots questioned at the hearing indicoted that
they were not wvery familiar with company policies and procedures and that
they were not conforming strietly to the approved stendard procedure for
instrument appronches to Buarbank denotes & lexity on the part of the
company t& well as the pilots. Although the Civil Asronautics Administre-
tion is charged with the responsibility of checking the compeny operation
from time to tame to ascertain whether or not they are maintaining their
route competeney and conforming to presecribed procedures a Cil represents-
tive testified that few, 1f any, of these checks had beon made recently
due to o shortoge of personncl. He explained that TWA operations over
their entire route, ireluding Burbenk, are handled through Kansas City
where the headquarters of the company are loecated.



DISCUSSICH AXD FINDING

‘_

To summarizc, comsifer2eion f:S Zven *o the —ossibility of aither
altimeter error or crror in rorling the siztimciers. Consideration +ras
also given to the roseibelity; of a fuck tam. rumning dry and thc loss of
cxeessive- altitude whil "swilchinz cver.” However, thz evidcnen is
insurficiznt to raise garther of these possibilitiss to the lewel of
probable causs. It s ohroous thet for the axrplane to have contacted
the ground whore 1t did, 2 departure from the stendard instrument approach
procequre would have had to occur. Vhether such a deviation wos enbirely
voluntary on the part of the nilet wes not determined,

The investigation did, however, esstablish the fact tlat the fligh
was not conducted in accordarce inth sterndard company rrocedure. Ko
corrcebion wes mde on the pilot's work snest of the c%ange in flight
plan from Burbani to the zlterrate at Palmdale. It was also quite cva-
dent by entri:s made on the flaight vork sheet thst the indaczied route
wes not follevid. Compeny pavsommel stoted furthsr that the pilot failod
to rovort over Palmdale in accerdance —vith company procedure. This dis-
regard of standard company prozeduves might alse indicate a devaabion
from the standzrd instrumsnt approach procedurc in making the let-down
at Burbank. The investigation dad not reveal whether the pilot or the
copilot w2s flyamg the alrplane at tho tinme of ths accident. In the
event the plane w2s fien 1y the copilot the orsretion of the flight wes
st11l thc responsibility of the coptain. Testimony of severol cormpony
pilots 1ndacated that they also ~rers vervans from the compeny!s standesrd
procedures.

~,.

"th 2ll the foregeing facts and censiderstrons an mnd the Beard
finds that:

1. There ras no mrehanical fai or relfunctioning of any nart
of the axrplane at *the tams of the secadert. Both encines were devel-
cring power Just nricr to final mpzet.

2. The planz first struck trce tops in 2 slight ancle of“descent,
then, arter severzl hundred feet and im a slight angle of climb, struck
ana bro = an clectric nower lin. ond pole and crashed

3. Visibality wos zero ab the scene of the accident altheugh Bur-

banlr Arrport wes eper to instrument fIight at the time.
4L All navagationzl frealatacs used in the Burbank approacih were
funct:l.on"_nrr properly. Radin rccepticn~was zood.

5. The pilot devisted from standard procedures in that he:
(2) fa1led to correct nis —ork shee®t to shor the change in flaght plan;
(b) flew a direct course from Bvergreen to Iebec instead of following
airmys as-speeifiad in his cleszrance; and (e) failed to report over
Palmdale as raquired by compeny procedure.
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8, The plarne descended to an altitude below that speélfled in the
company instrument approach vrocedure.

PROBABLE CAUSE

On the basis of the svidence available the Board finds that the
probable cause of this accadent was the pilot's deviation from the stand-
ard 1nstrument approach procedure when he descended below the established
safe minimum altitnude. A contributing factor was the company's faiiure
te enforce adherence to cenmpany procedures,

BY THE CIVIL AEROIIAUTICS BOARD:

/s/ L. Weleh Pogue

/s/ Edwsrd Warner

/s/ Harllee Branch

_/s/ Josh Iee

Oswald Ryan, Member of the Board, did not take part in the adoptien
of this report.
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Point ot which f||%h1 proceeded from the San Francisco-Burbank
course to its alternate Palmdale

Approximate area in which the flight swung from Its alternate
course and headed loward Newhall

Area in which the flight heid waiting instrument approach
clearance to Burbank

Newhall marker from which flight should have proceeded
3 minutes at not less than 5000 ft

Location of accident
Intended destination Burbank awrport

------- -=-= Customary headings used hy pilots

AGCIDENT INVESTIGATION DIVISION
SAFETY BUREAU _ CIVIL_AERONAUTICS BOARD
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